
Burqess Model I Coast Defense Hydro at Corregidor, Philippines, 1914. (Smithsonian Institution A-44,833'i)
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The day after Christmas, 1912, a trial of the new

Burgess Model I was halted by an accident to Greely S.

Curtis. t^/ith Frank Coffyn in the cockpit, plant manager
Russel I was swinging one of the twin props and Curtis
the other when Curtis lost his footing. He might easi ly
have been ki I led, but hi s injuries--a broken leg and
some deep cuts--were painful enough as it was.

The mi shap delayed the initial fl ight of the Model I

unti I New Year's Day of l9l3 when Starl ing Burgess took
it up. The designer tried some takeoffs and landings,
and essayed a few figures 8s. Satisfied with the hand-
I ing of the new plane, Burgess turned the balance of
the testing over to Coffyn.

The Model l, known as the l-Scout or Burgess Coast
Defense Hydro, was built for the Army Signal Corps. An

extensively modified l./right type, it featured an enclos-
ed fuselage, tandem seating with dual controls, and two
large mahogany and copper floats, the latter being
strictly a Burgess design. Power was suppl ied by a 60

hp Sturtevant engine which drove the fami I iar pusher-
type twin Wright propel lers by means of a chain drive.

Except for one minor crackup causing negl igible dam-

age r the testing of the Coast Defense Hydro went
smoothly enough and the Signal Corps accepted the plane
on the 2lst of January. lt was arranged that Lieuten-
ants Loren Call and Eric Ellington would accompany the
Model I to Florida and there receive more instruction
from Coffyn before taking over as flight crew.

It was evidently during this same month that the
Signal Corps took delivery of a Burgess Model J. There
is not much information at hand concerning the Model J,
except that it was a two-place biplane simi lar to the
f{right C. ln PAPERS (p 1208) Orvi I le Wright acknowledg-
ed that the Burgess Co. paid royalties on both the Mod-

el I and the Model J, but he regarded them as infringe-
ments as he felt the I icensing agreement al lowed the
Burgess Co. to bui ld only exact copies of Wright machines.

There was seemingly a complete misunderstanding re-
garding this point, for the next production from the
Burgess Co. was an outstanding flying boat which bore
little resemblance to any l./right plane except for the
control system, and even this had been strikingly modi-
fied to make the warping action easier.

The new flying boat, theBurgess Model K, was flown
for the first time on April 16, l9l3 with Starling Bur-
gess as pi lot. As usual, he contented himself with a

number of takeoffs and landings and a few mild maneu-
vers to check the general handl ing characteristics of
his new creation, then turned the extensive testing over
to Frank Coffyn.

The K-35 was a single-engine two-place flying boat
that operated regularly at a speed of about 52 mph.

The framework of the boat was spruce and oak, then two
layers of mahogany planking with fabric between. The

seats were arranged in tandem, which allowed the hull
to be only 2 feet 5 inches wide.

The customary I^/right controls were used, with ele-
vating lever on one side and combination warp and rudder
on the other. However, over the years as flights became

longer, it had become increasingly apparent that these
controls did not represent one of the I^/rightts happiest
thoughts. In a fl ight of only moderate duration, the
amount of wrist action required was enough to weary a

professional acrobat. Accordingly, Starl ing Burgess
devised a way to appreciably lessen the work involved,
and this was incorporated in the K'36.

The lower plane was of ordinary biplane construction,
with two main spars. The upper plane had but a single
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tubular spar situated at the center of pressure. This
top plane was staggered forward so that the spar was
about in line with the leading edge of the lower wing.
The lower wings were rigid, but the ribs on the upper
were made with a loose fit on the tubular spar so that
when the pilot warped the wings the trailing edge on one
side would move down whi le the leading edge moved up-
ward, with the opposite occurring on the other side.
This made the operation of the K-36 comparatively effort-
less.

Power was furnished by a /0 hp 8-cylinder V-type
Renault that drove a 9 foot 5 inch pusher prop. Two
strong wooden struts ran from the engine bed to the
forward part of the hull, to prevent the not inconsid-
erable bulk of the power plant from continuing on for-
ward if the remainder of the aircraft should come to a

sudden ha I t.
The Model K had been built for the Navy which had

specified the fol lowing equipment: compass, altimeter,
incl inometer, air speed indicator, chart board, radio
and generator. As it happened, the radio and generator
were not instal led in this plane.

0n hand as official observers for the Navy accept-
ance tests were Naval Constructor Holden C. Richardson
and Lt (.i g) Pat r ick N. L. Be I I i nger. These two watched
from the ground whi le Lt (jg) James M. Murray acted as
passenger-observer. First flights were on April 28, but
the tests were very thorough and the K-35 was not offi-
cial ly accepted unti I May 13. lt was accorded Navy des-
ignation D-1, although this was changed in March l9l4
to AB-5.

The D-l gave satisfactory service to the Navy until
Februaryl6, 1914, when Lt (jg) J. M. Murray, who had
gone aloft to practice landings, stal led at 200 feet,
crashed and was drowned.

Just one week after this tragic event the Navy took
del ivery of another Burgess flying boat which was given
the designation of D-2, subsequently changed to AB-7.
Although the A I RCMFT YEAR B00K f or l919 i nd icates that
this machine (referred to as Flying Boat Model H) had a

different engine, Navy records show the D-2 had a 70 hp
Renau I t .

However, the Flying Boat Model l, bui lt for Robert
J. Col I ier, real ly was different.

Col I ier, a wealthy sportsman and early flying en-
thusiast, did a great deal for the cause of aviation in-
cluding the donation of the celebrated Col I ier Trophy.
ln his excellent book of reminiscences, OUR l/INGS GRO\^/

FASTER, Grover Loening recal ls the Col I ier personal ity
on page 2!:

The generous hospital i ty, the craze for playing
tricks on everyone, the high-power consumption of
I i quor, the polo part i es, the hangovers--al I pretty
tall stuff for a young engineer to get mixed up in
--but a liberal education and a rare opportunity to
make friends. There is a tender spot in my heart
for Robert J. Collier, and a profound respect for
his forthright sincerity and courage and his bri l-
liant energy, which magnetized everyone who came
in contact with him.
Collier offered to supply a 220 hp 20-cylinder An-

zani provided the company would build a flying boat to
accommodate it. Starling Burgess was only too happy to
take up thi s chal lenge, and the Model I Flying Boat,
costing more than $101000, was the result.

The new machine was of tandem biplane construction
with the engine mounted between the wings and driving
di rectly a 4-bladed propel Ier through an extens ion of
the crankshaft supported on a steel tube structure.
The boat, of the non-stepped type, was built in twc
sections and could be easily dismantled.

The pilot occupied the rear seat and the lower wing
was left uncovered for a dist:nce of about 6 inches eith-
er side of the boat, affording the pilot a view directly
downward. The controls were of the tJright type, and the
innovation in wing construction and warping that first
appeared on the K-36 was used here also.
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The aircraft was comPleted in late July and for a

few days was not flown at all but taxied furiously
around Marblehead Harbor at a speed of !0 mph, in order
to get used to the inordinate--for the day--amount of
horsepower. Final ly, on August 5, Frank Coffyn took
off and demonstrated that it could be flown with ease.

During the ensuing days Coffyn gave the plane a thor-
ough testing and demonstrated it with such impressive
technique that Col I ier persuaded him to leave the Burgess
Co. and go to work for him.

Before the end of l913 the Burgess Co. had completed
three more H tractor biplanes for the U. S. Army, but
although it was not announed official ly unti I January

Starl ing Burgess pi loting the Model K Flying Boat dur-
ing Apri I 1913. (Smithsonian Institution A-48,354-c)

Frank
20 cyl

Coffyn in Burgess Model I Flying Boat with its
inder Anzani engine. (Smithsonian A-41 1479-a)

Anzani-powered Model I Flying Boat bui lt for Robert F.
Col I ier, 1913. (Smithsonian lnst itution A-421369)
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l9l4 this same time marked the final col laose of the
I icensing agreement with the l,Jright Company.

The agreement had been foundering for a long time.
There were probably many reasons, some certainly finan-
cial. In a letter to Lt Col Reber, printed in PAPERS,
Orvi I le tJright explained that the Burgess Co. had been
operating at a loss and was therefore inclined to do a
great deal of quibbl ing. In this letter (which he re-
quested be kept confidential) he also claimed the Bur-
gess Co. had not been entirely truthful in regard to the
number of planes constructed.

However, there was another side to the story. 0n
page 57 of the February 28, l9l4 issue of Aeronautics,
Vol. 14, No.4, there was a statement by the Burgess Co.
to the effect that al I during the long patent I it igat ion
they had been paying a $1,000 royalty to the t/right Com-
pany for each machine they built and receiving no pro-
tection in return, consequently the business was run-
ning at a loss. The Wright Company had offered to en-
ter into a new contract, but wanted 20 percent of the
purchase price of al I sales, including parts not cover-
ed by the l/right patents.

There may have been another compelling reason for
the break. According to Orvi I le Wrightrs understanding,
the Burgess Co. was licensed to make only exact copies
of Wright machines, and anything else was regarded as
an infringement.

Now, if the Burgess management had anticipated the
agreement would ever be subject to that strict an in-
terpretation it is more than doubtful that it would
have been signed in the first place. l^/. Starling
Burgess was, above al l, a creative engineer, and to
put him in this sort of straitjacket was like insist-
i ng that Pab I o Pi casso pa i nt on I y cop i es of Rembrandt
pictures.

Accordingly, during January the Burgess Co. and
Curtis dissolved, and a new company was formed with
Starling Burgess as president, Greely Curtis as treas-
urer and Frank Russell as manager. The new company was
called, simply, The Burgess Company. (People were al-
ways confusing Greely S. Curtis with Glenn H. Curtiss,
and this had been a great annoyance.)

When, in the fall of l913 it became apparent that
the t/right agreement was not going to continue, the
question arose, where do we go from here? For several
years aeronautical journals had been discussing a nov-
el type of airplane, very different from the Wrightrs
but successful in its own way, that had been developed
and was being flown in England. lt was the work of
J. W. Dunne.

Disdaining time-wasting correspondence, Starl ing
Burgess went directly to England and conferred with
Dunne personal ly. Fortunately, Dunne was wel I and fav-
orably acguainted with the Burgess aircraft and repu-
tation, so it was easy to come to terms. A week later
Burgess was able to leave England with the American
construction rights to the Dunne machine. A signifi-
cant feature of the agreement was the permission grant-
ed the Burgess Co. to experiment as much as they
chose.

l,/ho was this English inventor, and how did his air-
plane work?

John V/i I I iam Dunne--the same Dunne who, years lat-
er, was to achieve fame with the publication of AN

EXPERIMENT l,/lTH TIME--was a I ieutenant in the British
Army when, at the age of twenty-six, he commenced a

serious study of the problems of flight. The year
was 1901, and he was on sick-leave f rom the Boer l,/ar.
A smal l, quiet-spoken and reflect ive man, whose frai I

appearance concealed a tough mind and a fierce de-
termination, he soon found himself so obsessed with
the idea of flying that he gave I ittle attention to
anything else.

Almost from the first his ideal was the completely
stable aircraft--the plane that, buffeted by gusts or
maneuvered to any position, would automatical ly return
to even keel. Such an approach was diametrically

opposed to that of the l{right brothers. They had want-
ed maximum controlabi I ity and so purposely designed
their flyer to be unstable, but in those days, prior
to the f irst World [./ar, the arguments in favor of the
type of aircraft envisioned by Dunne were persuasive
indeed. In such a plane the operator could make obser-
vations, take pictures or perform any number of desir-
able duties without having his attention taken up with
piloting.

After much study and experimentation Dunne final ly
achieved the design he wanted. He tried to interest
the British War Office, with the result to be expected
--he might as wel I have tried to interest a cement
wall. However, even a cement wall can be chipped awayt
and finally, in 1906, Dunne was made a member of the
Royal Engineers and told to go ahead.

Experiments were conducted under conditions of ex-
traordinary secrecy, but by l!08 complete success was
in their grasp. Unfortunately, however, Dunne needed
a 50 hp engine to fly his creation properly, and this
was just too much for the British War 0ffice. They
pointed out that if flying machines required such ex-
pensive engines there could be no possible future for
them, and that was that.

Supported by a few friends and bel ievers, Dunne

went ahead on his own. A company was formed and set
up operations on the lsle of Sheppey. In l9l3 the
right to manufacture Dunne aeroPlanes in France was

accorded the Nieuport Company, and the American rights
went to the Burgess Co.

The Dunne biplane had no tail, and the wings were
swept back at such an extreme angle that the plane
Iooked like a great rrvrr f lying through the air. The

angle of incidence changed gradual ly unti I the wing
tips were actual ly at a negative angle. The camber,
too, changed gradua I I y, gett i ng f I atter toward the
tips. The center section came together in a steep
curve called a 'rbustle" which def lected the air side-
ways . The fuse I age was qu i te short and usua I I y seated
two in tandem. The engine was behind the rear seat,
in some cases driving two pusher propel lers or, as in
the latest model, one.

The controls were simpl icity itself, consi sting
of two levers, one on each side to operate the ailer-
ons, which, with the amount of sweepback, also func-
tioned as elevators. (tne term rrelevons'r was not used
then.) Turning was done by pulling back on one stick
and pushing forward on the other. A ratchet arrange-
ment was introduced so that the levers could be locked
in any desired position for as long as the pilot wished.

Special izing as they did in water flying, the Bur-
gess Co. planned to produce a float plane version of
the Dunne. The inventor himself was very dubious about
this idea and told Starl ing Burgess that he was afraid
that both the i nherent stab i I i ty and the ba I ance wou I d

be seriously affected. However, after completing a

thorough study of the Dunne principles and making ex-
haustive calculations, Burgess went ahead and designed
the f i rst Dunne hydroaeroplane.

The machine, a single-float type' was ready for a

trial in January 1914. Natural ly anxious to see how

his creation responded, Starl ing Burgess cl imbed into
the pi lotrs seat and taxied gingerly around Marblehead
Harbor. No takeoff was attempted, but it was a relief
to ascertain the odd craft handled wel I on water.

0n January 28 Starl ing Burgess again took the Bur-
gess-Dunne out on Marblehead Harbor, and this tinre he

opened it up. He may have intended a takeoff, but be-
fore that could happen the float hit a subnrerged cake
of ice with enough force to badly danrage the rlachine.
The des i gner was un i nj ured.

A description, photos and 3-view drawing of the
Burgess Dunne appeared in Aeronautics for March 31, 1914,

and these show the original configuration, before it
hit the cake of ice. The machine was rebui lt extensive-
ly, and when this was done the nacelle was elirlinated,
and a second seat was added in back of the first.
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Early in March the Burgess-Dunne was flown for the
fi rst time by Cl ifford L. Webster, test pi lot par ex-
cellence. From the very beginning the plane behaved
better in the air than the designers had dared to hope.
Some difficulty was experienced with landing, and it
was discovered that the float had been set at too high
an angle. t/ith this corrected, there was no more
trouble.

The plane was stable to a degree that seemed fan-
tastic. Fliqht f or Flay 2, l9l4 printed a letter f rom

Charles M. Chapin sent from Boston under date of April
2. Chapin had been given a ride in the Burgess-Dunne,
and was ecstat i c:

...Clifford L. l/ebster, who taught himself to f ly
the Dunne, during the entire fl ight of fifteen min-
utes did not touch his control levers for any pur-
pose except to correct direction. The wind was

blowing at fifteen mi les off shore, and was very
"bumpy" in spots, esPecially as we flew over the
land. In spite of the side gusts to be felt from
time to time in flying across the wind, the writer
detected no heel ing tendancy whatever....
In an earlier flight, solo, Mr. Webster stopped his
motor dead at 800 feet without turning down. The

machine at once took its proper gl iding angle, and
the pi lot had his hands off the levers from first
to last until just ready to flatten out for alight-
ing. Last week he made three complete and succes-
sive circles at an angle of approximately 7lo with
his control levers locked and his hands off most of
the time. 0n the same day he tested for stal I ing,
and pul led uo both ai lerons to thei r utmost extent,
holding them there for more than a minute. Al-
though the machine assumed an apparently impossible
flying angle, it refused to stal I ...
During the month of Apri l, work progressed rapidly,

and a newspaper reported on April 2l that two Burgess-
Dunnes had been completed and a third was in process of
construction.

By this time the Burgess experiments were receiving
much attention, and a committee of the Aero Club of
America arrived on May 2 to observe and report. The

committee was comprised of Messrs. Wendell, Woodhouse'
Hunt i ngton, Stei nmi tz, Bronson and Turner. Two other
Aero Club members, Mayo and McGordon, came along, evi-
dently out of plain curiositY.

The tests were flown by Cl ifford Webster and last-
ed from about ll:00 A.M. to 4:30 P.M. The wind was
quite strong, but this only al lowed the plane to show

off to advantage.
The report of the committee appeared in !-.\!39 for

June lgl4 and was enthusiastic to a degree seldom en-
countered apart from advertising copy. ly'ebster had

demonstrated that the Burgess-Dunne could be put in al-
most any position and, by itst:lf, recover and continue
flight on an even keel. He put the plane in a steep
bank, locked the levers and the plane continued its
turn unt i I I^/ebster un I ocked the I evers .

Landings were made by a launch two miles out in the
harbor to take on gasoline and passengers. Four com-
mittee members were taken, in turn, for rides. ln each

case Webster stopped the engine whi le the passenger
took his seat, then using the crank at the front of the
f loat, he started the eng i ne aga i n.

The committeers glowing report wound up with these
words: rrThe unanimous opinion at the end of the tests
was that the Burgess-Dunne solves the problem of inher-
ent stabi lity and represents an important development
in American aeronautics.rl

The military was very' very interested. 0n May l5
I^/ebster treated the following servicemen to rides over
Marblehead in the Burgess-Dunne: Captain Arthur C.

Cowan of the U. S. Army, Lt (js) Victor D. Herbster of
the U. S. Navy, and Naval Constructor Holden C. Rich-
ardson. 0n t4ay 26 Richardson recommended that the Navy

buy two Burgess-Dunnes, "...as it appears to be only
the beginning of an important development in aeronaut-

ical design."
ln June a landplane version of the Burgess-Dunne

was tried, and it was discovered that control on the
ground left much to be desired. Not only was the
Dunne difficult to taxi, but if the surface was only
slightly uneven the pilot would have his eyeteeth
almost jolted loose. However, in the air it was more

than satisfactory and it was felt that ways could be

found to improve the handling on the ground.
0n June 24 a candidate for Congress, A. Piatt

Andrew, hired the Burgess-Dunne and, with Webster
pi loting, flew along the coast to the mouth of the
Merrimack then up the river to Haverhi I l. After
circling the city a few times a landing was made at
the Haverhi I I Yacht Club where, it was reported, they
attracted a crowd of nearly 5r000 spectators. The

trip took 47 ninutes. Back in Marblehead the future
Congressman expressed delight at the jaunt, and (prob-
abli with the 5,OOO spectators in mind) declared that
he would campaign by aeroplane in the fall.

During July there was further experimentation with
the Burgess-Dunne, whi le over in Europe governments
drifted--or, rather, marched determinedly--toward
the consummation of their latest episode in insanity'
For yearsnow preparations for war had proceeded, some-

times openly, sometimes clandestinely, but always
they had proceeded. Finally, on July 28, Austria-
Hungary and Serbia managed to start it off, and the
,onih of August was peppered with declarations of war.

ln this country most people may have failed to
appreciate the ful I import of the happenings abroad,
but some, at least' were far f rom indifferent. 0n

August 5 Clifford Webster took the Burgess-Dunne for
a leisurely fl ight over Boston Harbor' passing near
the Navy Yard. The officials in charge sent out an

immediate a1arm, suspect ing the Burgess-Dunne was some

hosti le ai rcraft that had been released from a ship
at sea.

It was aIso during August that h/ebster gave a con-
vincing demonstration of how easy it was to fly a

Dunne by soloing two students--both complete novices
--with I ittle more than an hourrs instruction each.
Starting August 20, Ensign Walter A. Edwards took it
up alone on August 28, after 74 ninutes of instruction,
whi le a civi I ian, A. N. Cunningham' starting the same

day, soloed on the 25th after 78 minutes.
The U. S. Navy ordered two Burgess-Dunnes, and

the Army Signal Corps another, but the first Burgess-
Dunne to be actual ly del ivered went to the Canadian
government. The plane was shipped to Lake Champlain
ind from there Cl ifford l{ebster' accomPanied by Capt-
ain Janney, flew to Sorel, and then by easy stages,
to Quebec.

\dhile Webster was having the Burgess-Dunne gassed

at Sorel, Captain Janney went uptown and was detained
a short whi le unti I he could establ ish his identity'
Webster knew nothing of this trivial incident at the
time, but after the plane had been safely del ivered
and he had returned to Marblehead, he was edified to
read in the local papers that he had been arrested
as a German spy!

It is not clear whether the Burgess-Dunne sold to
Canada was the first bui lt or the second. Information
regarding it was sparse, but at any rate' it was en-
tiiely op"n, had a width of 47 feet (including the wing'
tip fioats, each of which projected about 6 inches
beyond the lower wing) and was equipped with a Curtiss
90-100 hp 0X engine.

The Navy's f i rst Burgess-Dunne' des i gnated the
AH-7, was delivered to Newport News during 0ctober.
It was equipped with a 90 hp Curtiss driving a 3-bladed
propeller, although it is known that later on the Navy

flew this plane with a 2-bladed propel ler. The Navy

used it almost entirely for training purposes. lt
was very simi lar and in some detai ls probably identical
to the Canadian Burgess-Dunne.

The Burgess-Dunne built for the Army Signal Corps
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Clifford L.
and H. Roy

l{ebster, above crank f or
t^/aite in Burqess-Dunne.

Burgess-Dunne with two long
f loat strut. (smithsonian
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radiators mounted on rear
I nst i tut ion A-48, 523-a)

start i ng engi ne,
(smi*r'n A-48354)

Gfffi .--;::*

.. rt

3';b:qj;[x 41+*
The Burgess-Dunne at rest in Marblehead Harbor, Massachusetts during 1914. (Smithsonian I nst i ut ion A-48,524-8)

The Burgess-Dunne used by the

t/ INTER - 1966
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U. S. Navy for training purposes. (From Burgess Catalog, undated, ci rca l9l4-15)
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was of a very different design. In the fi rst place it
could operate off either land or water, being equipped
with a skid-and-wheel arrangement simi lar to that used
on the H tractors, with the wheels easi ly removable and
the skids designed to be fastened securely to a central
float. Pi lot and passenger sat in tandem in enclosed
cockpits equipped with a Turner aviaphone and a Benet-
Merciers gun, and were protected with 100 pounds of ar-
mor plate, Fully loaded it climbed at 350 fpm and ach-
ieved a top speed of 75 mph.

According to the description and drawing from Aero-
nautics, the Army Burgess-Dunne was equipped with a
Salmson 9-cylinder engine of 135 hp and with this U. S.
ARMY AIRCRAFT 1908-1945 concurs. However, UNITED STATES
MILITARY AIRCRAFT SINCE 1909 describes it as having a
200 hp water-cooled Canton-Unne radial. Fliqht for
November 20, l914 (p ll33) said it was a Canton-Unne of
120-130 hp. Al I of which suggests the Army tried out
more than one engine in their Burgess-Dunne.

However, regardless of what powerplant came with
it, the plane was delivered to the Army Signal Corps
at San Diego on December 30, 1914.

NOTES ON BURGESS A I RCRAFT

The Model I was known variously as the Burgess l-
Scout or the Burgess Coast Defense Hydro, and was de-
signed to Signal Corps specifications. Span was 39 tt.
9 in.; chord 5 ft.3 in.; length overall 3l ft. 4 in.
Gross weight was 2038 Ibs. Propellers were 9 ft.

The fuselage was entirely enclosed in fabric except
for a section near the engine which was covered with
sheet aluminum. The float design, patented by Burgess,
had the step s I i ght I y to the rear of ami dsh i ps .

I,/ith Coffyn at the controls the l-Scout cl imbed 210
fpm with a 500-lb load. The two hour flight with 450-
lb. load was made at a speed of 59.2 mph.

The British publ ication Aeronautics, Vol. Vl, No.
62, April 1913, pp. 145 and 147, carried a three-view
drawing of the plane, plus a short but informative
article. The United States Aeronautics carried a draw-
ing and description in their issue of February 1913,
Vol.l2, No.2. ln Flvinq for March 1913, Vol. 2, No. 2,
there is a description of the Coast Defense Hydro by
Frank Coffyn.

Page 24) of H0v/ ouR ARMY GREI^/ I/INGS by chandler and
Lahm tells of the l-Scout being received in the Philip-
pi nes dur i ng September I 91 3. lt was ass i gned to Cor-
regidor for radio communication, observation, etc., in
charge of Lt Dargue, and was final ly destroyed in a

crash on January 12, 1915.
The Model J is, at this writing, something of a

mystery and no photos or drawings of it have been lo-
cated. U. S. ARMY AIRCRAFT 1908-1945 designates it the
J-Scout and remarks it was similar to the l{riqht C ex-

Signal Corps at
(Burgess Cat. )

cept for wing curve. UNITED STATES MILITARY AIRCRAFT
slNcE 1909 calls it a I{right design modif ied.

Span was 39 tt. 8 in.; length 24 ft.; it was power-
ed by a 4O hp Sturtevant D-4 and had a top speed of 45
mph. The Smithsonian lists it as being delivered to
the S i gna I Corps dur i ng ,January I 9l 3.

The Flying Boat K-36 is given the following dimcn-
sions in the Burgess catalog: Span, 43 tt. 6 in.; over-
al I length, 32 ft.; weight empty 1450 lbs, loaded 2150
lbs.; speed range 4O to 58 mph. Gas was carried in two
tanks situated in the central part of the boat and a

smal I propel ler operated a pump which forced the fuel
from the main tanks to a service tank above the engine.
Aircraft for June 1913, Vol.4, No.4, carried an arti-
cle by Frank Russell on the Model K. Flvinq, Vol. 2,
No. 5, June ,|913, also carried a description of the
K-35 with two photos. Fliqht, Vol. V, No. 26, June
28, l9l3 featured a scale drawing and article on the
plane. There are some minor discrepancies in these
var i ous account s .

A sketch and excel lent descriotion of Robert J.
Col I ierts Model I Flying Boat (not to be confused with
the f-Scout) is given on pages 212 and 213 of Fliqht,
Vol. Vl, No. 9, for February 28,1914. Span of the up-
per wing was 4l ft. 4.5 in.; lower wing, 33 ft. 4.5 in.
Overal I length was 30 ft. 5 in.; weight was 20!0 lbs.

The wings were built up on a tubular steel spar 3.5
inches in diameter, with a hol lowed-out wooden leading
edge and a wooden stringer paral lel to the spar. A

single row of struts was used, with cables to provide
f i rmness.

Fl iqht remarked: "This construction does not im-
press one as being particularly strong, especial ly in a

machine with so powerful a motor...but according to
reports the makers do not seem to have experienced any
trouble from this source."

Contemporary accounts vary, but the speed was cer-
tainly in the 75 mph-85 mph range.

Aircraft, Vol. 4, No. 7, September 1913, pp. 164-
155, carried a scale drawing of the Col I ier Flying Boat
with a description by Frank Russel l.

So far as the Burgess-Dunnes are concerned, it may
be nit-picking, but a few puzzles and discrepancies
might be mentioned. ln the first place, it is not easy
to ascertain just how many were made during 1914. The
persons who were involved at the time cannot be expect-
ed to remember exact details and dates after an inter-
val of more than l0 years, and the printed accounts of
the day are occasional ly ambiguous.

Another question, so far unanswered, concerns the
Burgess-Dunne with the two long radiators. Fliqht,
June 19,1914, calls it the second model, but it may
have been the rebui lt version of the first. This was
f lown to Haverh i I I by l/ebster and Andrew, and there is
some evidence that it was the one sold to the Canadian
government. However, a beautiful painting of Canadars
Burgess-Dunne by R. l^/. Bradford cont roverts th i s .

Final I;rrwe might note the Burgess Co. described
the plane delivered to the Army as Burgess-Dunne No.3,
and this is also the designation given by the magazine
Aeronautics in the short article reproduced here. How-
ever, the drawing accompanying the article--and presum-
ably illustrating it--is entitled Burgess Dunne No. 2,
and seems to be the same airplane minus the float.
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ARMY'S FIRST WAR'PLANE.
'l'lrc l'|riru-c-ss-l)unnc \o. 3 was ac-

r't'1rte(l lrv thc Sirlnal Corps Board after
.uce(ssful tcsts :rt San Dicgo, December
io, 191-1. It is cc1ui1)t)ed with a 135 h.p.,

',-t'-r lirrrle r Salrnson iriotor. The machine
,lt'r't.1,)l)(,(l ir specd of 75 miles per hour
rr ith irrll load, consisting of fnuo pas-
\('r)s-crs. four hours of fuel. In this
,,,n{liti.)n it clirrrbed 350 feet a minute.'l-his nrachinc u.as built as an experi-
rrrt'r'rtrrl tl'ne srrltj cct to f rrrther devilop-
rrrt'nt. The u,ings are of the same di-
rrrt'rrsions as the. original Burgess-Dunne
.rcroplarre. Sce p. 83, I,Iarch 31. 1914.
\r:Hoxarrrcs. "Tht machiue is in-
lrercntll- staltle in the broaclest meaning,'f tlrc tcrm."

Scale Drawing of the Burger-Dunnc, l{o.2

During the tests Mr. Webster allowed
the machine to fly by itself for long
periods, and demonstrated that it could
not be stalled even rvith the levers pulled
back and the motor suddenly shut off.
It was not expected that this aeroplane
rvould develop anything like the speed
or climbing polt'er shorvn in the tests
and its success demonstrates bevond
doubt that high efficiency may alsb be
obtained in the inherently stable type of
aeroplalte. The machine is shown

equipped with a Turner aviaphone and a
Benet-Merciers rapid firing gun. Burgess
supplied the Canadian contingent in the
big war.

Burgess has so built this type that its
upper and lower wings by means of
hinged struts are capable of being folded
one against the other. The flying wires
remain at all times intact and the wing
supporting wires alone need be cast off
for disassembling. These features to-
gether with the entire absence of tail
and tail surfaces make this aeroolane
compact and easy to handle.

Wing spread, 45 ft.; length over all,
26 It.; height, l0 ft. 11 ins.; weight, net,
1250 lbs.; fuel, oil and water for 300
miles, 420 lbs.; armor, 100 lbs.; useful
load,, 42O lbs.; total; 21,10 lbs.

Drawing of Burgess-ounne and accompanying text from l9l4 issue of A9!9!-gC&:,. (Smithsonian In3titution A-31,687)
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Periodicals: Aviation magazines of l9l3 and l9l4 that
were researched included Ai rcraf! (monthly); Flvinq
(monthly) and A.ronautics--(ffiJ) . These weFArnerican
publ ications; British magazines consulted were The Aero-
plane (weekly); Fl iqht (weekly) and Aeronautics (month-
lV). The newspaper that appeared to cover Burgess Co.
doings most comprehensively was the Lynn Dai ly Eveninq
Item; this is on fi le at the Essex Institute, Salem,
Massachusetts.
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EDIT0RTS N0TE: Bart Gould of I5 l,/alnut St, Newburyport,
Mass. 0l 950, wi I I cont inue the Burgess Story i n Vol ume

12 of the JOURNAL, covering the years l9l5-16. Two or
three more parts will complete the full story.

It R UIPIISI lRllrc c,8
By WILLIS L. NYE

It had been stated by rel iable authority in the ear-
ly years of the .l930s I'that the Autogyro was here to
stay.rr Evidently, the enthusiasts for this type of air-
craft were more visionary than real istic. The era of
the Autogyro in the United States and abroad did not
last longer than eight years at the most, and now this
kind of ai rcraft is only a part of the past, a part of
aeronautical history.

The drawings appearing opposite represent the tech-
nical portrayal of the Pitcairn-Cierva C-8, an American
prototype powe red w ith a 200 hp f,/r i ght J-5 a i rcoo led,
radial engine. The ai rcraft made many fl ights before
i ts cons i gnment to ant i qu i ty and proved to be success-
ful. lt exhibited freedom from stal I ing or autorotation
and was simple to fly and maneuver in the air. The
basic theory around which the Autogyro was developed
was that once the aircraft was airborne, the rotor would
positively and continuously rotate irrespective of wheth-
er the machine was cl imbing, diving. hovering, descend-
ing vertical ly, moving forward or, for that matter,
backward. lt could do al I of these maneuvers with
safety provided that the rotor was moving at convention-
a I rotat i ng speed.

lf the Autogyro could perform so well, why was it
not further perfected so that it could function in the
era of ST0L (Short Take 0ff and Landing) aircraft?
The economics of the times had something to do with
its demise. The Autogyro patents were I icensed to the
Pitcairn Aviat ion organization of I^/i I low Grove, Pennsyl-
vania. The basic prototype was brought to the United
States toward the close of the 1920s and considerable
enqineerinq develooment was undertaken.

Extensive demonstration fl ights were made and, in
fact, Amel ia Earhart flew one of the later perfected
models all over the United States for Beechnut Gum. The
Kel lett aviation interests also developed an Autogyro
under the original patents and it, too, flew success-
ful ly. These aircraft, from both companies, al I receiv-
ed Approved Type Certificates, and many were manufac-
tured for private or commercial use. The Depression
ended further development in the 1930s as the Pitcairn
aircraft interests ceased operation, the expected pro-
curement of Autogyros by the Armed Forces did not mater-
ial ize and, final ly, the development of the hel icopter
tended to snuff out the era of the Autogyro as a type
of aircraft.

The Pitcai rn-Cierva C-8 which now belongs to the
National Ai r Museum, Smithsonian Institution, had an
Avro wooden fuselage from a Model 504-K training bi-
plane. lt was a two-passenger lash-up and performed
satisfactori ly before the Depression brought an end to
its career (Uotn manufacturers folded their tents and
si lently stole away). Now it is part of bygone avia-
tion history, but the basic knowledge of rotor aerody-
namics and lift forces of rotors was all obtained by
the use of the Autogyro. The helicopter owes much to
its hybrid first cousin.

AB0UT THE AUTHOR: t/illis Nye was one of the originators
of the A.A.H.S. and has long been known for his techni-
cal ly-detai led drawings of ai rcraft. They have appeared
in many of the finest aviation magazines publ ished in
the united states. The J0URNAL is grateful that he has
produced the drawings opposite for its use.
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